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PROCEEDINGS  AND  REPORTS. 


The  Annual  Meeting  of  the  stockholders  of  the  S unbury 
and  Erie  Railroad  Company,  was  held  on  Monday,  February  0, 
1857,  at  their  office,  ISTo.  86  Walnut  Street. 

At  ten  o’clock  the  meeting  was  organized  by  calling  the 
Hon.  Richard  Vaux,  Mayor,  to  the  Chair,  and  appointing 
Philip  M.  Price  Secretary. 

Mr.  Merrick,  the  President  of  the  Company,  then  pre¬ 
sented  and  read  the  Annual  Report  of  the  Board  of  Managers, 
as  follows : 


REPORT. 

To  the  Stockholders  of 

The  Sunbury  and  Erie  Railroad  Company : 

The  period  has  arrived  when,  under  the  provisions  of  the 
charter,  the  Board  of  Managers  are  called  upon  to  give  an 
account  of  their  stewardship,  and  to  surrender  the  trust  con¬ 
fided  to  them,  into  the  hands  of  the  Company. 

It  is  now  nearly  a  year  since  the  present  Managers  were 
intrusted  with  the  affairs  of  the  Sunbury  and  Erie  Railroad. 
That  more  has  not  been  accomplished  in  that  time,  is  a  disap¬ 
pointment  to  many,  but  to  none  more  so  than  to  the  members 
of  the  Board,  who  had  reason  to  hope  that  by  this  time,  a 
brighter  horizon  would  have  presented  itself. 
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A  clear  statement  of  the  condition  of  the  Company  at  the 
time  they  took  charge  of  its  interests,  and  the  policy  by  which 
they  have  been  governed,  will,  it  is  hoped,  render  their  appa¬ 
rent  inaction  satisfactory  to  all  parties. 

With  the  past  history  of  the  Company  the  Board  have  no 
concern,  farther  than  to  remark  that  it  is  the  history  of  hope¬ 
ful  and  energetic  men,  struggling  to  construct  a  gigantic  work 
with  inadequate  means. 

It  is  but  justice  to  our  predecessors  to  say,  that  on  refer¬ 
ence  to  the  contracts  for  construction,  and  the  expenditures 
of  the  funds  of  the  corporation,  they  appear  to  have  executed 
their  trust  with  an  eye  solely  to  the  interest  and  advantage 
of  the  Company,  and  to  have  conducted  its  affairs  with  as 
much  economy  as  could  be  expected  under  the  circumstances 
in  which  they  were  placed. 

But  we  have  now  to  consider  the  present  and  future,  not  the 
past. 

When  the  Board  assumed  their  task,  they  found: — Forty 
miles  of  as  good  a  road  as  the  country  can  now  produce,  ex¬ 
tending  from  Sunbury  to  Williamsport,  in  running  order,  and 
worked  on  shares  by  three  other  parties,  this  Company  having 
as  yet,  provided  no  rolling  stock. 

They  found  contracts  had  been  made,  payable  partly  in  cash 
and  partly  in  stock,  with  two  companies  of  contractors,  for 
grading  and  bridging  the  whole  line  from  Williamsport  to 
Bidgway,  about  one  hundred  and  twenty-five  miles,  with  the 
exception  of  about  six  miles  near  Williamsport,  and  the  con¬ 
tractors  at  work  on  the  more  expensive  sections,  over  a  space 
of  about  forty  miles,  on  which  a  large  part  of  the  grading  has 
been  completed. 

They  found  about  eighty-two  miles  at  the  western  end,  ex¬ 
tending  from  the  harbor  at  the  city  of  Erie  to  the  margin  of 
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the  great  bitumonous  coal-field,  under  contract  with  two  com¬ 
panies,  payable  three-fourths  in  the  municipal  subscriptions 
from  that  region  and  the  bonds  of  the  Company,  leaving  one- 
fourth  only  of  the  estimates  to  be  paid  for  in  money,  on  which, 
however,  no  expenditures  had  been  made. 

The  resources  of  the  Company  were,  from  unpaid  install¬ 
ments,  and  bonds  received  in  payment  for  installments,  from 
which  it  was  believed  that  about  twelve  hundred  thousand  dol¬ 
lars  would  be  realized,  of  which  the  existing  obligations  of  the 
Company  would  require  between  seven  and  eight  hundred 
thousand  dollars  for  their  liquidation,  leaving  something  over 
four  hundred  thousand  dollars  as  a  working  capital,  which,  it 
was  foreseen,  could  not  avoid  being,  to  a  great  degree,  absorbed 
by  the  payment  of  interest  and  expenses,  and  by  the  cost  of 
those  sections  of  the  road  which  were  in  the  hands  of  the  sub¬ 
contractors,  and  which  could  not  be  stopped,  without  this 
Company  being  subjected  to  claims  for  damages  which  might 
in  the  end  have  cost  more  than  to  complete  them. 

This  was  the  pecuniary  condition  of  the  Company,  except 
that  a  debt  for  which  bonds  had  been  issued  to  the  amount  of 
$-326,000,  and  the  only  debt  of  the  Company  uncovered  by  its 
accruing  assets,  matured  in  October,  1856,  and  has  not  yet 
been  adjusted. 

The  policy  best  to  be  pursued  for  the  eventual  success  of 
the  enterprise  became,  as  soon  as  its  position  was  fully  ascer¬ 
tained,  a  question  of  anxious  solicitude. 

There  were  points  on  the  line  of  the  road,  viz.,  Farrands- 
ville  on  the  east,  and  the  margin  of  the  coal-fields  on  the  west, 
to  which,  it  was  believed,  that  ample  trade  for  support  and 
profit  could  be  realized,  whenever  a  finished  road  reached 
them  and  was  fully  equipped,  even  if  the  main  object  of  a 
through  line  was  postponed.  To  build  the  road  to  these  points 
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was  deemed  of  the  last  importance  to  the  well-being  of  the 
whole  undertaking,  hut  the  condition  of  the  treasury  and  the 
stringent  state  of  the  money  market  forbade  the  attempt  at 
this  end  of  the  route. 

The  large  amount  already  expended  west  of  Williamsport 
was  a  strong  inducement  for  immediate  exertion  to  finish  this 
part  of  the  line.  Had  it  required  only  the  funds  necessary  to 
lay  the  rails,  this  might  have  been  done,  hut  a  considerable 
amount  of  grading  and  bridging  was  still  to  he  done,  and  the 
trade  wTould  have  required  so  large  a  stock  of  machinery  for 
its  development,  that  the  total  amount  would  have  been  greater 
than  the  credit  of  the  Company  could  have  commanded  with¬ 
out  a  ruinous  sacrifice,  except  from  parties  who  had  already 
a  deep  interest  at  stake. 

The  only  source  to  which  the  Board  could  look  for  aid,  to  a 
sufficient  extent,  and  for  a  period  long  enough  to  have  devel¬ 
oped  this  trade,  was  applied  to  without  success. 

Hence  they  have  been  obliged  to  confine  themselves  to  such 
expenditures  as  were  necessary  to  preserve  the  property,  and 
save  the  Company  from  charges  outside  of  their  legitimate  ex¬ 
penditures.  Any  other  course  would  have  involved  the  Com¬ 
pany  to  an  extent  that  would  have  seriously  damaged  the  pros¬ 
pects  of  the  work,  and  in  the  end  have  impeded  its  progress, 
if  not  have  stopped  it  entirely. 

On  the  western  end  of  the  road,  a  different  case  was  pre¬ 
sented.  An  extensive  interest  on  the  lakes  and  in  the  interior 
was  to  he  benefited,  and  an  important  trade  to  be  created, 
which  was  sure  to  react  favorably  on  the  whole  enterprise. 
Three-fourths  of  the  funds  required  to  prepare  the  whole 
eighty-two  miles  of  road  for  the  iron  was  provided,  while  only 
one-fourth  had  to  he  raised  in  cash,  and  of  this  amonnt  the 
Board  was  relieved  of  one-half,  by  a  sufficient  guarantee  that 


it  should  be  raised  along  the  line  of  the  road,  leaving  but 
about  two  hundred  thousand  dollars  to  be  taken  from  the 
general  funds  of  the  Company.  Well  knowing  that  there  were 
ample  interests  to  be  benefited  by  the  completion  of  this  sec¬ 
tion,  the  parties  concerned  in  which  would  at  the  proper  time 
feel  it  to  their  advantage  to  come  forward  with  subscriptions, 
the  Board  determined  to  incur  the  risk,  and  go  on  with  the 
work,  and  have  had  no  reason  to  regret  their  decision. 

But  the  future  of  this  work  is  a  more  interesting  question. 

When  the  present  Board  took  charge  of  the  Company’s 
affairs,  the  then  state  of  public  opinion  forbade  any  hope  of 
progress  with  so  large  a  work  upon  individual  subscriptions. 
Whether  new  interests  may  not  evolve  to  make  a  change  in 
this  respect,  cannot  be  now  foretold.  That  there  are  interests 
growing  to  which  this  railroad  is  essential,  cannot  be  doubted, 
but  how  soon  they  may  be  strong  enough  for  the  object  of  its 
completion,  if  ever,  it  is  difficult  to  say. 

If  the  work  had  been  made  more  nearly  to  completion,  it 
might  have  been  financiered  to  the  end  ;  but  the  amount  of 
interest  now  invested  in  it  is  not  sufficient,  even  by  its  total 
sacrifice,  to  effect  that  object;  nor  will  the  present  Board  con¬ 
sent  to  become  the  agents  for  such  a  mode  of  operating.  They 
are  willing  to  protect  and  secure,  but  not  to  sacrifice  the  inte¬ 
rests  confided  to  them. 

Bully  convinced  that  the  Sunbury  and  Erie  Railroad  was  a 
vital  necessity  to  the  trade  of  the  City  of  Philadelphia,  as  well 
as  to  the  full  development  of  the  resources  of  the  State,  and 
that  if  laid  down  at  its  legitimate  cost,  without  recourse  to 
pecuniary  sacrifices,  it  would  be  a  full-paying  investment,  the 
Board  chose  to  wait  the  turn  of  events,  rather  than  initiate 
spasmodic  and  inadequate  efforts  to  force  it  forward.  They 
felt  satisfied  that  some  more  extended  basis  than  could  be  ob- 
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tained  from  private  sources,  was  necessary,  before  they  could 
with  any  hope  of  success  apply  to  the  public  at  large. 

The  great  impediment  to  private  aid  at  this  time,  is  the  un¬ 
certainty  of  final  success,  without  resort  to  those  financial 
expedients  which  so  often  sacrifice  the  interests  of  the  original 
promoters  of  important  enterprises  ;  and  hence,  it  is  plain  that 
in  the  absence  of  public  confidence  in  ultimate  success,  wTe 
could  not  hope  to  secure  the  public  sympathy. 

To  place  the  Company  in  a  position  to  insure  this  success, 
the  State  of  Pennsylvania  and  the  City  of  Philadelphia  wTere 
both  looked  to. 

Application  was  made  to  the  Legislature  for  aid,  through 
the  sale  of  the  Public  Works,  but  the  plan  was  presented  too 
late  in  the  session  for  its  full  consideration. 

This  application  was  made  in  full  view  of  the  true  interests 
of  the  Commonwealth. 

The  Public  Works  were  constructed  for  the  development  of 
the  internal  resources  of  the  State ;  and  though  partial  of  ne¬ 
cessity  from  their  geographical  features,  they  have  fulfilled 
their  mission  to  the  greatest  possible  extent.  They  never  will 
or  can  be  an  investment  for  direct  profit  to  the  Commonwealth, 
and  the  voice  of  the  people  has  for  years  demanded  their  sale. 

They  have  been  partial  in  their  results,  because  of  their  ne¬ 
cessary  locations,  but  all  parts  of  the  State  have  been  taxed  to 
pay  the  interest  on  their  cost. 

If  funds  are  realized  from  the  sale  of  these  works,  it  is  but 
simple  justice  that  these  should  be  devoted  for  a  time  to  the 
advancement  of  portions  of  the  State  which  have  for  a  quarter 
of  a  century  been  taxed  for  their  support,  while  receiving  no 
direct  or  indirect  advantage  therefrom. 

The  justice  of  this  claim  has  never  been  denied ;  and  it  is 
clear  that  the  investment  will  have  the  double  advantage  of 
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being  secure  in  its  returns,  and  by  enhancing  the  value  of  the 
country  through  which  the  new  works  pass,  add  largely  to  the 
taxable  valuation  and  revenue  of  the  State. 

The  application  as  made  last  year  will  not  be  renewed,  but 
it  is  hoped  that  the  General  Assembly  will,  at  their  present 
session,  take  some  effective  steps  to  place  the  Sunbury  and 
Erie  Road  on  such  a  firm  basis  as  will  insure  its  speedy  and 
successful  completion. 

The  application  to  the  City  Councils  was  based  on  different, 
though  equally  cogent  grounds.  Apart  from  the  fact  that  the 
city  has  already  invested  two  and  a  epuarter  millions  in  the  en¬ 
terprise,  which,  in  true  wisdom,  should  be  protected,  if  possi¬ 
ble,  it  has  in  its  advantageous  locality  for  a  greatly  increased 
internal  trade,  and  the  consequent  prosperity  of  its  manufac¬ 
tures  and  commerce,  a  deep  interest  at  stake.  The  trade  of 
the  northwestern  lakes  is  a  prize  of  vast  value,  now  wholly 
monopolized  by  our  more  enterprising  rivals,  for  want  of  an 
outlet  reaching  directly  to  our  own  market. 

The  question  of  further  aid  to  finish  this  work  is  now  un¬ 
dergoing  a  careful  investigation  by  an  intelligent  committee, 
who  will  doubtless  advise  what  course  the  Councils  should  pur¬ 
sue  in  relation  to  it. 

When  the  result  of  the  deliberations  of  the  General  As¬ 
sembly  and  of  Councils  is  known,  the  line  of  policy  then 
proposed  by  the  Board  will  be  submitted  to  you. 

That  the  Sunbury  and  Erie  Railroad  will  be  a  profitable 
work,  no  man  who  takes  the  trouble  to  investigate  its  circum¬ 
stances  can  doubt.  Every  day  adds  to  our  conviction  as  to 
its  advantages  in  this  respect.  The  fertile  character  of  the 
country  through  which,  for  a  large  part  of  the  way,  it  passes ; 
the  vast  forests  and  rich  minerals  of  the  central  part  of  the 
route,  which  will  find  an  inexhaustible  market  to  the  East  and 
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the  West ;  and  the  constantly  increasing  trade  from  the  Lakes, 
will  ensure  a  lucrative  business,  which  will  be  largely  increased 
by  its  important  railroad  connections  with  the  great  West. 

It  is  true  that  the  commerce  of  the  Lakes  is  suspended  by 
ice  for  a  large  portion  of  the  year,  but  that  will  not  interfere 
with  the  traffic  on  our  road.  The  avenues  which  now  bring 
that  trade  to  the  seaboard  are  inadequate  for  the  purpose, 
and  at  this  moment  the  road  if  finished  would  have  as  much 
freight  as  it  could  move,  taking  only  that  which  is  rejected  by 
existing  railroads.  That  this  is  true,  is  evidenced  by  the  fact, 
that  more  than  half  the  freight  now  offering  at  Cleveland  and 
West  of  that  place  is  daily  refused,  from  the  impossibility  of 
moving  it  from  Dunkirk  and  Buffalo  towards  the  Eastern 
markets. 

We  are  fully  satisfied  that  if  the  Sunbury  and  Erie  Railroad 
is  built  upon  legitimate  means,  and  without  any  extraordinary 
financial  sacrifice,  it  will  yield  a  revenue  ample  enough  to 
satisfy  the  most  sanguine  stockholder. 

ROUTE. 

The  final  general  location  of  the  Route  of  the  Sunbury  and 
Erie  Railroad  has  been  made  upon  Engineering  data,  furnished 
by  the  surveys  of  Mr.  Edward  Miller,  and  the  reviews  by  the 
present  Chief  Engineer  of  the  Company,  Mr.  Robert  Faries. 

The  Eastern  end  of  the  line  is  so  marked  by  Nature  that 
no  choice  was  left,  and  the  road  lies  by  the  waters  of  the 
West  Branch  of  the*  Susquehanna,  and  its  tributary,  the 
Sinnemahoning. 

On  the  Western  end  more  latitude  of  choice  was  allowed, 
especially  for  the  first  thirty  miles  from  Erie.  Two  routes 
had  been  projected,  each  having  strong  advocates  in  its  favor; 
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one  by  the  village  of  Wattsburg,  and  the  other  by  Waterford. 
The  former  had  a  maximum  grade  of  52  8-10  feet  per  mile? 
for  17J  miles  of  its  distance;  the  latter  one  of  80  feet  for 
about  10  miles;  a  new  access  to  the  harbor,  having  a  70 
feet  grade  for  8J  miles,  having  been  recently  explored  by  the 
Engineers,  falling  into  the  old  route  by  Waterford. 

The  comparison  of  the  advantages  of  the  two  routes,  being 
now  in  favor  of  that  by  Waterford  on  the  line  of  the  new 
survey,  it  was  adopted.  The  facts  that  by  this  route  an  im¬ 
mediate  saving  was  effected  in  the  cost  of  construction  of  one 
hundred  and  fifty  thousand  dollars,  and  an  eventual  saving  of 
three  hundred  thousand  more  before  the  road  could  be  con¬ 
sidered  a  permanent  work,  had  a  strong  bearing  upon  the  de¬ 
cision  ;  besides  which,  the  line  adopted  drains  a  more  extensive 
country  of  its  trade  and  travel,  and  hence  is  of  greater  com¬ 
mercial  value  to  the  Company. 

The  Central  Division  through  Elk  county,  presents  many 
considerations  which  are  to  be  taken  into  account,  because 
there  are  vast  local  interests  to  be  consulted,  as  upon  them  the 
road  will  lean  very  largely  for  its  profitable  results,  and  hence 
the  decision  became  involved  in  some  difficulty. 

The  general  route  having  been  adopted  by  this  Board,  it  is 
proper  that  the  stockholders  should  fully  understand  the 
grounds  of  their  decision.  The  country  itself  is  very  difficult 
to  pass,  and  has  occupied  the  Engineers  in  its  investigation  in 
every  stage  of  the  history  of  the  road,  so  that  it  may  now  be 
considered  as  well  understood.  The  Southern  part  of  McKean 
county  is  formed  by  a  ridge  or  water  shed,  in  which  rise  the 
streams  flowing  Northward  and  Southward,  and  which  extends 
East  and  West  nearly  through  the  whole  length  of  the  county. 

A  similar  ridge,  but  more  abrupt  on  its  eastern  slope,  runs 
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in  a  north  and  south  direction  through  Elk  county,  dividing 
the  waters  running  east  and  west. 

The  route  formerly  recommended  by  Mr.  Miller,  after  many 
ineffectual  efforts  to  force  these  ridges  by  any  judicious  line, 
was  up  the  Driftwood  Branch  of  the  Sinnemahoning  to  Empo¬ 
rium,  thence  westward,  trending  southwardly  to  St.  Mary’s, 
thence  to  a  point  near  Ridgway,  and  up  the  Clarion  river  to 
the  headwaters  of  the  Tionesta. 

The  route  proposed  by  Mr.  Faries  follows  the  Bennett’s 
branch  of  the  Sinnemahoning  to  Winslow,  thence  up  Trout 
Bun  and  across  the  country  by  St.  Mary’s  to  Ridgway,  and 
up  Mill  Creek,  falling  into  Mr.  Miller’s  route  on  the  Tionesta. 
This  route  saves  seven  miles  in  the  distance  between  the  mouth 
of  the  Driftwood  and  St.  Mary’s,  while  it  encounters  a  heavier 
expense  in  tunneling.  Without  any  estimate  in  detail  of  the 
Driftwood  route,  it  is  believed  that  its  cost  will  about  equal 

that  by  Trout  Run,  the  increased  distance  balancing  the  ex- 

/ 

pense  of  the  tunneling ;  and  it  is  expected  that  some  modifica¬ 
tions  may  be  made  to  reduce  the  cost  of  the  adopted  line. 

Winslow  and  Ridgway  being  made  points,  the  selection  be¬ 
tween  the  Clarion  River  and  Mill  Creek,  may  still  be  consid¬ 
ered  unsettled,  and  subject  to  future  examination  ;  which  may, 
on  comparison,  induce  the  adoption  of  Mr.  Miller’s  route  up 
the  Clarion. 

Since  the  action  of  the  Board  on  this  subject,  it  has  been 
suggested  that  a  more  northern  route  can  be  found,  which 
might  be  made  advantageous  in  an  engineering  point  of  view. 
This  is  very  possible,  and  if  the  engineering  qualities  of  the 
route  only  are  to  be  taken  into  the  account,  it  might  be  worth 
while  to  suspend  the  location,  for  the  purpose  of  making  still 
more  thorough  examinations.  There  are,  however,  other  con¬ 
siderations  which  must  govern  in  the  location  of  so  important 
a  road. 


13 


Taken  as  a  local  question  only,  that  is,  the  special  benefit 
to  the  country  through  which  it  passes,  the  Board  believe  they 
have  secured  the  greatest  advantage  to  the  largest  section  by 
their  present  choice.  The  line  runs  nearly  through  the  centre 
of  Elk  county,  its  whole  length,  about  equi-distant  from  Mc¬ 
Kean  on  the  north,  and  Clearfield  and  Jefferson  on  the  south. 
Territorially,  therefore,  the  location  seems  to  be  fair.  Com¬ 
mercially,  it  has  access  to  a  greater  scope  of  country  than  a 
northern  route  would  afford.  The  southern  route  is  at  the 
foot,  a  northern  one  would  be  at  the  head  of  the  streams ;  and 
trade  naturally  flows  down  the  streams,  and  not  up  them. 

By  this  law,  the  northern  part  of  McKean  county  will  drain 
to  the  New  York  improvements,  even  if  the  Sunbury  and  Erie 
Boad  should  pass  along  the  ridge  ;  and  the  trade  of  Elk  county 
would  be  forced  to  come  up  hill,  or  seek  other  channels,  whereas, 
by  the  present  location,  the  trade  would  descend  by  lateral 
branches  to  our  road. 

It  is  the  view  of  the  Board,  therefore,  that  a  more  northern 
location  would  be  advantageous  only  to  the  lands  through 
which  it  passed,  while  it  would  seriously  affect  the  interests 
of  the  country  on  each  side,  and  of  course  the  commercial 
value  of  the  road  itself.  Locally,  therefore,  the  Board  are 
satisfied  that  they  have  met  the  true  interests  both  of  the 
country  and  the  corporation. 

But  this  cannot  be  considered  either  as  a  local  or  engineer¬ 
ing  question  merely. 

The  effect  of  the  location  upon  the  interests  of  the  stock¬ 
holders,  and  upon  the  trade  of  the  city  of  Philadelphia,  is  too 
important  to  be  overlooked,  and  must  enter  largely  into  the 
question. 

The  terminus  of  the  Allegheny  Valley  Bailroad  will  pro¬ 
bably  be  at  Winslow  or  Ridgway. 
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It  is  true  that  the  advantages  of  this  connection  may  he  con¬ 
sidered  as  only  incidental,  but  as  it  places  this  vast  mineral 
region  in  communication  with  so  important  a  market  as  Pitts¬ 
burgh,  it  is  sound  policy  to  treat  it  as  an  important  element  in 
deciding  the  route. 

The  great  point  to  be  looked  at  in  this  connection,  is  the  In¬ 
ternal  Western  Trade. 

If  the  line  adopted  is  adhered  to,  the  Sunbury  and  Erie  be¬ 
comes  a  link  in  a  great  chain  of  Railways,  forming  a  trunk  line 
from  Philadelphia  to  Council  Bluffs,  on  the  Missouri  river,  and 
probably  to  much  more  distant  points,  with  extensive  lateral 
connections  on  either  side. 

Commencing  at  Ridgway,  already  a  series  of  Companies  are 
at  work  on  their  respective  links  of  this  great  line,  except  on 
the  Venango  Road,  and  so  much  work  is  already  done  as  to 
afford  the  assurance  that  the  whole  line  will  be  finished  by  the 
time  this  Company  can  reach  the  connecting  point  at  Ridgway, 

The  movements  of  this  Company  are  looked  to  with  great  in¬ 
terest  by  all  the  parties  connected  with  this  extensive  line,  and 
no  doubt  exists,  that  so  soon  as  the  completion  of  our  road  is 
rendered  certain,  means  will  not  be  wanting  to  construct  a 
line  which  will  throw  an  enormous  business  into  Philadelphia. 

Having  selected  the  line  of  road  with  a  view  not  only  to  its 
local  advantages  and  its  length,  but  also  its  great  through  con¬ 
nections,  the  Board  would  deem  any  change  detrimental  to  the 
interests  of  the  Company  and  of  the  State. 

The  financial  condition  of  the  Company,  as  shown  by  the 
Treasurer’s  accounts,  up  to  and  including  the  1st  of  January, 
1857,  is  as  follows,  viz : 
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RECEIPTS 


From  Installments  on  Subscriptions  paid  in 
By  the  City  of  Philadelphia, 
u  District  of  Richmond,  - 
u  City  of  Erie,  .... 
u  Other  Stockholders, 

From  7  per  cent  Bonds  of  the  Co.  issued, 

From  Temporary  Loans,  - 

From  Balance  of  Old  Assets  of  Company, 


$2,000,000 

250,000 

150,000 

1,276,030 

-  $3,676,030  00 

331,000  00 
542,560  05 
1,738  38 


Total, 


$4,551,328  43 


EXPENDITURES. 


For  Buildings,  Land,  Right  of  Way  and 
Engineering  over  the  whole  Line, 

For  Road  Construction  and  Superstructure 
from  Sunbury  to  Williamsport,  (40 
miles,)  now  in  working  order,  and  the 
greater  part  graded  and  bridged  for  a 

double  track. . 

For  do.  do.  west  of  Williamsport, 

For  do.  do.  east  from  Erie, 

For  Piers  at  Harbor  of  Erie, 

Total  expended  in  Construction, 

For  Incidental  Expenses,  - 


$1,957,306  72 
789,721  86 
19,690  90 
68,001  37 


$312,327  95 


$2,834,720  85 
87,244  69 


Total  expended  on  the  work,  -  -  $3,234,293  49 

To  which  is  to  be  added  the  Discount  paid 
on  the  various  bonds  received  for  In¬ 
stallments  to  wit: 

On  City  of  Philadelphia  Loans,  -  -  $42,405  63 

On  District  of  Richmond  do  10,911  77 

On  City  of  Erie,  do  -  -  -  280  00 

On  Cleveland,  Painesville  and  Ashtabula 

Railroad  Bonds,  ....  37,471  17 


$91,068  57 
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Interest 

Paid  to  tlie  City  of  Philadelphia, 
u  other  Stockholdhers, 

“  on  temporary  loans, 
u  Company’s  bonds, 


$153,116  67 

-  79,258  31 

-  140,901  46 

-  20,360  00 

$393,636  44 


From  which  deduct — 

Earnings  of  the  Road,  -  -  $77,105  03 

Less  maintenance  of  way,  -  24,400  76  52,704  27 


Total  interest,  -  -  $340,932  17 


Total  Interest  and  Discount, 

432,000  74 

Total  expenditures, . 

-  $3,666,294  23 

Balance  of  Assets  in  hand, 

Bills  receivable  and  items  due  Company,  - 

$  80,973  06 

City  of  Philadelphia  loans, 

543,600  00 

City  of  Erie  Bonds, . 

99,000  00 

Cleveland,  Painesville,  and  Ashtabula  Rail- 

road  Bonds,  ..... 

147,000  00 

Telegraph  Stock,  -  -  -  -  *  - 

2,000  00 

Cash, . 

12,461  14  885,034  20 

Total, . $4,551,328  43 

Of  this  balance,  the  Erie  City  Bonds  are  especially  appro¬ 
priated  to  the  Western  Division  of  the  Road,  which  leaves  the 
amount  of  general  assets  $786,034  20,  which,  with  all  the 
reductions  that  may  be  required  to  convert  them  into  cash,  is 
ample  to  provide  for  the  floating  debt  of  the  Company. 

In  addition  we  may  safely  count  on  $250,000  to  $300,000 
from  unpaid  installments  on  private  subscriptions,  which  can 
be  made  available  whenever  the  operations  of  the  Company 
shall  be  vigorously  resumed  and  the  work  in  fair  progress. 

The  funds  on  which  the  Board  rely  to  construct  the  Western 
Division,  consist  of 


Erie  City  Bonds,  as  above 

Do  to  be  yet  issued.  - 

Erie  County  Bonds, 

Warren  County  and  Borough  Bonds, 
Guarantied  private  subscriptions,  (West) 
Amount  paid  on  the  work,  say 


$  99,000  00 
350,000  00 
200,000  00 
180,000  00 
200,000  00 
-  20,000  00 


$1,049,000  00 
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Which,  with  Bonds  of  the  Company,  and  the  additional  sub¬ 
scriptions  assumed  by  the  Board,  will  be  sufficient  to  pay  the 
cost  of  preparing  this  Division  of  the  Road  for  the  iron  and 
laying  the  same.  The  iron  can  then  doubtless  be  procured 
upon  the  credit  of  the  work  done. 

The  foregoing  presents  an  accurate  view  of  the  financial 
position  of  the  Company. 

The  amount  expended  has  not  finished  so  much  of  the  road 
as  it  ought  to  have  done.  The  fault  of  this  does  not  lie  with 
the  Management  of  the  Road,  present  or  former,  but  with  the 
circumstances  in  which  they  have  been  placed. 

If  the  installments  had  been  promptly  paid,  the  Road  would 
now  have  been  finished  and  in  profitable  operation  to  Lock 
Haven,  and  probably  to  Farrandsville.  We  have  no  reason  to 
believe  that  any  of  the  Company’s  money  has  been  misspent ; 
and  although  contracts  with  cash  in  hand  could  no  doubt  have 
been  made  at  cheaper  rates,  yet  under  the  circumstances  of 
the  case,  our  predecessors  acted  with  judgment,  and  forced  the 
work  through  difficulties  that  few  can  appreciate. 

With  a  full  comprehension  of  these  difficulties,  the  present 
Board  cannot  consent  to  be  placed  in  a  similar  predicament. 
The  Road  can  be  built  to  pay  a  large  return  to  the  Stock¬ 
holders,  develop  a  country  of  untold  riches,  and  add  immea¬ 
surably  to  the  prosperity  and  wealth  of  the  City  and  of  the 
State,  if  built  with  the  command  of  adequate  means ;  but  we 
are  not  willing  to  undertake  the  thankless  task  of  financiering 
it  through,  without  regard  to  cost,  to  the  injury  or  sacrifice  of 
every  interest  now  invested. 

There  are  three  parties  deeply  interested  in  the  success  of 
this  enterprise,  and  on  whom  should  devolve  the  cost  of  com¬ 
pleting  it.  The  State  of  Pennsylvania,  the  City  of  Philadel¬ 
phia,  and  the  public  at  large. 
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If  either  of  these  parties  should  move  with  force,  there  is  no 
reasonable  doubt  that  the  others  will  follow. 

The  whole  cost  of  the  work  is  estimated  at  from  eleven  to 
twelve  millions  of  dollars. 

Of  this  sum  about  five  millions  are  provided.  Additional 
subscriptions  to  the  amount  of  six  millions  of  dollars  would  put 
the  Road  through  with  but  little  debt.  Are  the  respective 
parties  able  and  willing  to  meet  their  several  shares  of  this 
amount  ? 

If  they  are,  the  Road  may  be  finished  and  its  benefits  de¬ 
veloped  within  three  years  from  this  date. 

It  is  proper  that  the  Board  should  allude  to  the  encouraging 
aspect  of  the  business  of  the  finished  portion  of  the  work^ 
although,  from  many  circumstances,  the  trade  is  only  in  its 
infancy. 

The  Road  is  now  worked-by  other  Companies  on  shares,  as 
this  Company  owns  as  yet  no  rolling  stock. 


The  gross  income  for  1855  was, 
Deduct  one-half  for  working, 
Maintenance  of  way,  - 

Net  earnings  for  1855, 

Gross  income  for  1856, 

Deduct  for  working, 

Ma  intenance  of  way, 

Net  income  for  1856, 


$49,860  10 

$24,930  05 
12,868  23 

-  37,798  28 

$12,061  82 
$105,860  66 

$52,930  33 
12,430  33 

-  65,360  66 

$40,500  00 


The  Board  have  every  reason  to  believe  that  the  net  earn¬ 
ings  for  185T  will  be  at  least  double  those  of  the  past  year,  for 
the  same  extent  of  road. 

In  conclusion,  the  Board  will  call  attention  to  frequent  an¬ 
noying  misunderstandings  in  the  public  prints,  in  consequence 
of  the  resemblance  of  our  corporate  title  to  that  of  another 
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railroad  company.  They  would  therefore  suggest  that  appli¬ 
cation  be  made  to  the  Legislature  to  change  the  corporate 
name  of  this  Company  to  the  “  Philadelphia  and  Lake  Erie 
Railroad  Company,”  or  some  other  that  may  more  properly 
express  than  the  present  name  the  extent  and  importance  of 
our  great  enterprise.  All  of  which  is  respectfully  submitted. 

By  order  of  the  Board  of  Managers, 

S.  Y.  MERRICK,  President. 


After  the  Report  had  been  read,  the  following  Resolutions 
were  offered : — 

Resolved ,  That  the  Report  of  the  Managers  be  adopted,  and  referred  to 
the  Board  for  publication. 

Resolved ,  That  the  policy  of  the  late  Board  of  Managers,  as  indicated  in 
the  report,  be  and  it  is  hereby  approved. 

Rssolved ,  That  in  the  event  of  substantial  aid  being  granted  by  the  State 
of  Pennsylvania  and  the  City  of  Philadelphia,  the  Board  will  be  sustained  by 
the  Stockholders  in  their  efforts  to  obtain  private  subscriptions  to  make  up 
the  amount  of  capital  required,  and  we  pledge  ourselves  to  every  effort  re¬ 
quired  to  secure  the  completion  of  this  great  work. 

Resolved ,  That  the  proposed  change  in  the  name  of  the  corporation  to  the 
Philadelphia  and  Lake  Erie  Railroad  Company,  be  and  is  hereby  approved. 

On  motion  to  that  effect,  the  above  resolutions  were  adopted 
unanimously,  after  which  the  meeting  adjourned  until  three 
o’clock,  to  hear  the  report  of  the  tellers  appointed  to  conduct 
the  election  for  ten  Managers  to  be  elected  by  the  stockholders. 

At  3  o’clock  the  meeting  re-assembled  when  the  tellers  re¬ 
ported  the  following  named  gentlemen  duly  elected  Managers 
for  the  ensuing  year,  having  received  all  the  votes  cast,  to  wit : 


MANAGERS. 


SAMUEL  Y.  MERRICK, 
JOHN  B.  MYERS, 

JOHN  C.  CRESSON, 
SAMUEL  WELSH, 
MORDECAI  L.  DAWSON, 


FRANCIS  R.  COPE, 
WISTAR  MORRIS, 
HENRY  M.  PHILLIPS, 
FREDERICK  FRALEY 
CHAS.  B.  WRIGHT. 


Previously  elected  by  the  Councils  of  the  City  of  Philadel¬ 
phia,  James  D.  Whetham,  Harry  Connelly,  Thoms  L.  Kane. 
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REPORT  OF  THE  CHIEF  ENGINEER. 


Office  of  Sexbery  &  Erie  Railroad  Co., 

Engineer’s  Department,  Philadelphia ,  Feb.  3, 1857. 

To  the  President  and  Managers  of 

The  Sunbury  f  Erie  Railroad  Company : 

Gentlemen — The  following  report  embracing  the  transac¬ 
tions  for  the  year,  ending  January  1st,  1857,  relating  to  the 
finished  portions  of  your  road,  as  well  as  those  portions  in 
progress  of  construction  is  respectfully  submitted. 

Finished  Portion  of  Eastern  Division. 

On  the  forty  miles  of  the  Sunbury  and  Erie  Road  that  have 
been  completed,  the  cars  have  been  running  regularly  since 
my  last  report. 

Three  different  companies  run  their  locomotives  and  cars  over 
this  portion  of  the  road ;  the  Catawissa  Company,  the  Sun¬ 
bury  and  Erie  Passenger  Company,  and  the  Philadelphia  and 
Sunbury  Company,  the  latter  has  been  running  a  coal  train 
exclusively  until  recently,  the  Williamsport  and  Elmira  Com¬ 
pany  has  taken  the  place  of  the  Philadelphia  and  Sunbury 
Company,  and  are  now  running  the  coal  train. 

The  following  table  shows  the  freight  business,  of  each 
month,  for  the  year  ending  January  1,  1857,  together  with 
the  gross  increase  of  receipts,  as  well  as  the  gross  receipts  for 
the  year  1856. 
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STATEMENT  OF  TONNAGE  CARRIED  OVER  THE  SUNBURY 
AND  ERIE  RAILROAD,  FROM  JAN.  1,  1856,  TO  JAN.  1,  1857. 


Through  Coal. 

Way  Coal. 

Miscellan. 

Total  Tons 
Carried. 

Tons. 

Cwt. 

Tons. 

Cwt. 

Ton.  in  Pds. 

Tons. 

Cwt. 

January,  - 

915 

10 

55 

00 

3,555,214 

2,748 

02 

February, 

842 

06 

314 

05 

3,287,051 

2,800 

01 

March,  - 

1,857 

06 

634 

08 

4,217,191 

4,600 

06 

April, 

5,261,715 

2,630 

17 

May, 

1,381 

05 

128 

11 

7,091,675 

5,054 

32 

June, 

2,580 

05 

2,928 

13 

7,901,305 

9,459 

11 

July, 

4,127 

06 

5,446 

08 

8,441,897 

13,794 

13 

August,  - 

3,109 

19 

5,939 

09 

10,072,751 

14,085 

15 

September, 

4,472 

05 

4,904 

08 

11,998,780 

15,376 

01 

October,  - 

5,468 

07 

5,544 

00 

13,154,785 

17,589 

14 

November, 

5,304 

18 

5,225 

15 

11,601,450 

16,331 

07 

December, 

5,450 

00 

1,485 

19 

7,357,641 

10,614 

15 

Total,  - 

35,509 

07 

32,606 

16 

93,941,455 

115,086 

14 

Total  amount  received  for  freight  and  passengers  for  1856,  $105,860  66 

“  “  “  “  “  1855,  49,860  10 

Increase,  .....  $56,000  56 


The  policy  heretofore  pursued  in  permitting  other  companies 
to  do  the  transporting  business  on  the  Sunbury  and  Erie  road, 
instead  of  doing  this  business  itself,  after  the  completion  of 
each  link  of  the  road,  has,  undoubtedly,  been  the  most  econo¬ 
mical  that  could  have  been  adopted  whilst  the  trade  upon  it 
was  in  its  infancy,  but,  it  would  seem  that  the  coal  trade,  at 
least,  has  arrived  to  that  standard  of  tonnage,  that  it  will  be 
the  interest  of  your  Company  to  do  this  portion  of  the  business 
themselves.  It  can  hardly  be  doubted,  now,  that  the  through 
tonnage  will  reach,  during  the  present  year,  one  hundred 
thousand  tons,  and  that  it  will  regularly  increase.  The  pro¬ 
portion  of  the  charges,  per  ton,  received  by  the  transporter  is 
one-half,  or  thirty-five  cents  per  ton  for  the  forty  miles  between 
Sunbury  and  Williamsport.  The  cost  per  ton  for  transporta¬ 
tion  on  the  Reading  road,  as  per  the  report  of  A.  Dutton,  Esq., 
including  all  charges,  assisting  engines  at  steep  grades,  sup- 
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plying  water,  running  expenses,  repairs  to  engines  and  cars, 
and  all  incidentals  connected  therewith,  is  hut  little  over  one- 
third  of  a  cent  per  mile.  If  then  we  deduct  therefrom,  con¬ 
tingencies  not  applicable  to  the  Sunbury  and  Erie  road,  as  the 
contract  exists,  and  expenses  of  assisting  engines,  the  cost 
alone  of  transporting  coal  per  ton,  may  he  fairly  set  down  at 
one-third  of  a  cent  per  ton  per  mile  on  level,  on  descending 
roads,  but,  as  the  Sunbury  and  Erie  road  has  grades  as  high 
as  fifteen  feet  per  mile,  to  be  overcome  in  the  direction  of  the 
trade,  it  will  be  fair  to  add  fifty  per  cent,  for  the  grade,  mak¬ 
ing  the  cost  per  ton  per  mile  one-half  of  a  cent,  or  equal  to 
twenty  cents  per  ton,  for  the  forty  miles  between  Sunbury  and 
Williamsport.  The  local  return  freight  will  pay  the  interest 
on  the  first  cost  of  the  machinery.  It  will  thus  appear  that 
at  thirty-five  cents  per  ton  for  forty  miles,  the  transporter 
has  a  profit  of  fifteen  cents  per  ton ;  or,  for  every  one  hundred 
thousand  tons,  fifteen  thousand  dollars.  It  is  therefore  evident 
that  the  time  has  now  arrived,  when  the  Sunbury  and  Erie 
Company  should  be  the  transporters  of  the  coal  over  their  own 
road.  Eor  the  transportation  of  miscellaneous  freight  and 
passengers,  it  may  he  the  interest  of  the  Company  to  continue 
the  present  arrangements  for  another  year,  or  until  their  road 
is  extended  as  far  as  Lock  Haven  or  Earrandsville,  although 
the  moment  the  Northern  Central  road  is  connected  with  the 
Sunbury  and  Erie  road  at  Sunbury,  the  business  of  the  forty 
miles  of  your  road  already  completed  must  be  greatly  increased. 

During  the  past  year,  operations  on  the  work  in  progress 
have  been  confined  to  the  heavy  work  on  the  eastern  division 
of  the  road  between  Williamsport  and  the  mouth  of  the  Sinna- 
mahoning  Creek,  and  on  the  western  division,  since  October 
last,  on  that  portion  of  the  line  lying  between  the  City  of  Erie 
and  the  forks  of  the  Tionesta,  near  Sheffield,  a  distance  of 
eighty-two  miles. 
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Unfinished  Work  on  Eastern  Division. 

The  deep  cut,  near  Jersey  shore,  and  the  embankment, 
crossing  Antis’  Creek,  are  embraced  in  one  of  the  most  costly 
sections  that  occurs  on  the  first  hundred  miles  of  the  Eastern 
Division  of  the  road.  This  work  has  been  driven  with  a  steam 
excavator,  during  the  whole  year,  and  is  now  so  far  advanced 
as  to  give  every  confidence  that  it  can  be  completed  early  in 
the  spring.  The  balance  of  the  work,  between  Williamsport 
and  Lock  Haven,  being  of  a  lighter  character,  very  little  has 
been  done  upon  it,  except  upon  four  of  the  heavier  sections, 
which  were  reported  as  completed,  and  ready  for  the  super¬ 
structure,  a  year  ago ;  since  that  time  heavy  land  slides  have 
occurred  on  two  of  these  sections  ;  a  portion  of  which  has  been 
removed ;  but  there  still  remains  several  thousand  yards. — 
The  amount  already  expended  between  Williamsport  and  Lock 
Haven,  is  three  hundred  and  seventeen  thousand,  four  hundred 
and  twenty-nine  dollars.  Distance,  twenty-six  miles. 

From  Lock  Haven  to  Farrandsville  the  grading  is  nearly 
finished,  with1  the  exception  of  one  section,  upon  which  no 
work  has  yet  been  done.  In  my  last  report,  I  urged  upon  the 
Board,  the  policy  of  progressing  with  this  section  as  well  as 
with  the  river  bridge  that  occurs  upon  it,  from  the  fact,  that 
it  was  the  most  formidable  piece  of  work  to  be  encountered  to 
reach  the  coal  mines  at  Queens’  Run,  Farrandsville,  and  the 
Tangahscootack.  The  importance  of  the  early  completion  of 
this  part  of  the  road  cannot  be  fully  appreciated,  without  a 
knowledge  of  the  extent  to  which  the  different  Coal  Compa¬ 
nies,  located  at  these  points,  have  embarked  in  making  prepa¬ 
rations  to  do  a  heavy  coal  business,  which  must  add  very  greatly 
to  the  tonnage  going  east  upon  the  Sunbury  and  Erie  Road, 
whenever  it  shall  be  extended  to  Farrandsville. 
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For  a  number  of  years  past,  considerable  quantities  of  coal 
have  been  mined  and  sent  by  canal  from  Queens’  Run,  and 
Farrandsville,  and  at  both  places  fire-brick  lias  been  exten¬ 
sively  manufactured.  On  the  Tangahscootack  Creek,  nearly 
opposite  Farrandsville,  three  different  Companies  have  entered 
largely  into  mining  operations;  the  Farrandsville  Company, 
the  Clinton  County  Coal  Company,  and  the  New  York  Coal 
Company ;  the  first  two  have,  each,  constructed  railroads,  ten 
or  twelve  miles  in  length ;  and  the  third  has  also  commenced 
the  grading  for  a  road  to  their  mines.  These  Companies  will 
be  capable,  during  the  coming  season,  of  mining,  at  least,  half 
a  million  tons  of  coal.  The  Farrandsville  Company  are,  also, 
extensively  engaged  in  the  manufacture  of  fire-brick.  This 
Company  has,  in  addition  to  their  ten  or  twelve  miles  of  rail¬ 
road,  nearly  completed  a  substantial  bridge  across  the  west 
branch  of  the  Susquehanna  river,  connecting  the  different 
roads  on  the  Tangahscootack  with  the  Sunbury  and  Erie 
Road  at  that  point.  Still  further  west,  on  the  line  of  your 
road,  several  other  Companies  have  been  organized,  and  are 
waiting  to  start  operations,  only  until  they  are  satisfied  by 
the  demonstration  of  the  Sunbury  and  Erie  Company,  that 
their  localities  will  be  reached,  so  as  to  afford  them  an  outlet 
for  their  coal. 

The  amount  expended  between  Lock  Haven  and  Farrands¬ 
ville  is  one  hundred  and  seventy-four  thousand  four  hundred 
and  thirty-two  dollars.  Distance  seven  miles. 

Before  going  further,  I  would  most  strenuously  urge  upon 
the  Board  the  great  importance  of  devising  some  effectual 
means  by  which  this  point,  at  least,  may  be  reached  at  an 
early  day.  Until  this  is  accomplished,  not  only  will  the  heavy 
expenditure  between  Williamsport  and  Farrandsville  remain 
unproductive,  but  it  must  materially  affect  the  receipts  on  the 
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finished  portion  of  your  road,  and  also  operate  very  injuriously 
to  the  coal  and  iron  companies  that  have  expended  so  largely 
in  making  preparations  to  supply  your  road  with  freight. — - 
Between  Farrandsville  and  the  mouth  of  the  Sinnamahoning, 
fourteen  of  the  heavy  sections  have  been  progressed  with,  nine 
of  which  have  been  completed ;  the  other  five  are  in  different 
stages  of  progress,  two  about  half  done,  and  the  other  three 
not  so  far  advanced.  The  lighter  sections,  and  four  of  thb 
heavier  sections,  have  not  yet  been  commenced.  From  Far¬ 
randsville  to  the  mouth  of  the  Sinnamahoning,  there  has  been 
expended  two  hundred  and  forty-one  thousand  nine  hundred 
and  one  dollars.  The  distance  is  thirty-three  miles. 

Coal  has  been  discovered  and  opened  at  several  points  in  the 
vicinity  of  the  line  of  the  road  between  Farrandsville  and  the 
mouth  of  the  Sinnamahoning,  below  Kettle  creek,  up  Kettle 
creek  and  on  Cook’s  run  ;  but  not  to  such  an  extent  as  to  offer 
any  positive  idea  of  its  limits  or  its  quality.  That  on  the  Tan- 
gahscootak  has  been  fairly  tested,  and  found  to  be  an  excellent 
gas  coal ;  the  Borough  of  Lock  Haven  is  now  lighted  with  gas, 
manufactured  from  coal  taken  from  the  Farrandsville  com¬ 
pany’s  mines. 

The  whole  amount  expended  upon  the  forty  miles  completed 
between  Sunbury  and  Williamsport,  most  of  it  graded  and 
bridged  for  a  double  track,  is  one  million  nine  hundred  and 
fifty-seven  thousand  three  hundred  and  six  dollars  and  seventy- 
two  cents. 

The  greater  portion  of  the  coal  coming  over  that  section  of 
road  to  the  Sinnamahoning,  when  completed,  will  undoubtedly 
find  its  way  to  the  interior  of  New  York,  by  the  Williamsport 
and  Elmira  road,  but,  most  of  the  lumber  will  unquestionably 
pass  over  the  whole  length  of  the  eastern  division  of  the  Sun¬ 
bury  and  Erie  road,  adding  immensely  to  its  tonnage.  It 
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would  be  a  difficult  matter  to  make  an  estimate  of  the  amount 
of  coal  that  will  pass  over  the  eastern  end  of  your  road,  when 
it  shall  be  fairly  extended  into  the  great  Bituminous  coal 
basin,  but  it  does  not  require  the  eye  of  a  prophet  to  forsee 
that  all  northern  Pennsylvania,  east  of  the  mountains,  New 
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York,  and  the  States  further  east,  can  receive  their  supply  for 
gas  purposes,  through  this  channel  at  a  cheaper  rate  than  by 
any  other  in  Pennsylvania. 

Professor  Rodgers,  in  his  fifth  annual  report,  in  speaking 
of  the  Bennett’s  Branch  Coal  Basin,  notices  five  distinct  veins 
of  coal ;  varying  from  eighteen  inches  to  five  feet  in  thickness. 

He  remarks,  “  at  Caledonia,  on  Bennett’s  Branch,  the  basin 
becomes  productive,  the  stratification  embracing  coal,  iron 
ore,  and  limestone.”  “  One  mile  from  Caledonia,  a  five  feet 
bed  of  coal  was  discovered ;  and  we  afterwards  ascertained 
that  it  had  been  uncovered  on  other  streams.”  “  This  seam 
consisting  of  sound  coal,  without  any  slate,  measures  in  one 
place  five  feet  tAVO  inches  in  thickness.”  “  We  discovered  a 
fine  natural  bed  of  hard  ore,  before  unknown,  about  a  mile 
and  a  half  above  Caledonia,  on  the  edge  of  Bennett’s  Branch.” 
u  The  facilities  for  mining  the  iron  ore,  coal,  and  limestone  in 
this  neighborhood,  are  certainly  considerable  ;  and  these  mine¬ 
rals  lie,  all  of  them,  convenient  to  an  ample  water  poAver, 
which  might  be  derived,  either  from  Bennett’s  Branch  or 
Laurel  run ;  affording  a  fall  of  fifty  feet,  and  water  enough 
for  extensive  iron  Avorks.” 

Since  Professor  Bodgers’  examinations,  (in  1841,)  numerous 
other  openings  of  coal,  iron  ore,  and  limestone,  have  been 
made,  extending  AvestAvardly  in  the  direction  of  RidgAvay,  on 
Trout  run,  at  Roselay  summit,  and  at  St.  Mary’s.  Caledonia 
lies  six  miles  southwest  of  the  mouth  of  Trout  run,  directly 
on  the  route  of  the  line,  to  connect  with  the  Allegheny  Valley 
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Railroad.  This  coal  basin,  Professor  Rodgers  describes  as 
running  in  a  southwestern  direction  into  the  general  basin  of 
the  western  counties.  Speaking  of  the  Allegheny  series,  he 
says :  “  We  come  now  to  the  first  workable  coal  seam  of  the 
Allegheny  series,  and  one  of  the  most  important  and  widely 
extended,  beneath  the  Pittsburg  or  Monongahela  groups. — 
This  bed  affords  a  remarkably  rich,  compact,  and  inflamable 
coal.”  “This  coal  seam  has  been  traced  through  the  eastern 
part  of  Armstrong  county.  It  is  opened  more  extensively  in 
Allegheny,  Wayne,  and  Red  Bank  Townships,  than  elsewhere.” 
If  then,  amongst  the  numerous  coal  deposits  along  the  line  of 
the  Sunbury  and  Erie  Railroad,  none  prove  to  be  as  valuable 
for  gas  purposes,  as  the  most  approved  Pittsburg  coal ;  that 
coal  is  found  to  extend  northwardly  along  the  line  of  the 
Allegheny  Yalley  Railroad,  some  eighty  miles  in  the  direction 
of  the  Sunbury  and  Erie  road. 

In  equated  distance  it  has  been  shown  in  a  former  report 
that  by  the  Allegheny  Yalley,  Sunbury  and  Erie  and  Northern 
Central  roads,  the  distance  is  one-fourth  less  from  Pittsburg 
to  Harrisburg,  than  by  the  Central  Pennsylvania  Railroad. 
In  measured  distance  the  same  vein  of  coal  is  reached  by  the 
Sunbury  and  Erie  route  eighty  miles  nearer  Harrisburg, 
proving,  conclusively,  that  this  valuable  coal  can  be  delivered 
at  Philadelphia  when  the  Sunbury  and  Erie  road  is  made, 
and  a  connection  formed  with  the  Allegheny  Yalley  road, 
much  cheaper  than  it  costs  at  the  present  time.  When  we 
consider  the  extent  of  territory  that  is  drained  by  the  West 
branch  and  its  tributaries,  east  of  the  Allegheny  mountains, 
extending  northwardly  to  the  borders  of  New  York,  and 
southwardly  as  far  as  the  Central  Pennsylvania  railroad, 
embracing  more  than  one  hundred  miles  in  width,  the  whole 
of  which  territory  has  no  natural  outlet  for  its  mineral,  lumber, 
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and  agricultural  productions,  except  by  the  Sunbury  and  Erie 
road,  it  is  much  to  be  regretted  that  this  work  should  have 
renamed  so  long  unfinished.  Until  this  is  accomplislitd,  this 
entire  region  must  remain  in  a  great  measure  an  unproductive 
wilderness,  containing  as  it  does  more  wealth  within  its  limits, 
than  would  construct  ten  times  the  extent  of  railroads  required 
to  develop  its  great  resources. 

By  the  surveys  in  the  fall  of  1855,  it  was  ascertained  that 
a  connection  with  the  Allegheny  Yalley  railroad,  by  Bennett’s 
Branch  and  Sandy  Lick,  at  Brookville,  could  be  made  with  no 
gradient  exceeding  twenty-six  feet  per  mile,  and  that  only  for 
five  miles  on  the  eastern  slope  of  the  Allegheny  mountains ; 
this  would  give  a  line  of  railroad  the  whole  distance  from  Har¬ 
risburg  to  Pittsburg,  with  ascending  gradients  of  less  than 
twenty  feet  per  mile,  except  for  these  five  miles  overcoming 
the  mountain.  It  is  also  established,  as  per  the  reports  of 
W.  M.  Roberts,  Esq.,  Chief  Engineer  of  the  Allegheny  Yalley 
railroad,  that  no  ascending  grade  over  twenty-six  feet  per  mile 
will  be  required  from  Pittsburg  to  Brookville,  and  that  there 
will  be  but  seventeen  miles  of  that  grade.  From  Brookville 
to  the  summit  of  the  Allegheny  mountains,  the  grade  per  mile 
will  be  less  than  twenty  feet.  When  we  compare  these  gradi¬ 
ents  with  those  of  the  Baltimore  and  Ohio  road,  in  many 
instances  reaching  as  high  as  one  hundred  and  twenty  feet  per 
mile;  the  Central  Pennsylvania  road,  approaching  one  hundred 
feet  per  mile,  and  the  Hew  York  and  Erie,  in  some  instances 
nearly  eighty  feet  per  mile,  it  must  strike  every  one  familiar 
with  the  effect  of  grades  upon  the  trade  of  a  railroad,  that  this 
road  must  eventually,  be  the  great  thoroughfare  for  trade  and 
travel  from  St.  Louis  to  the  cities  of  the  seaboard.  When  the 
eastern  division  of  the  Sunbury  and  Erie  road  is  completed  as 
far  as  to  the  mouth  of  Bennett’s  Branch,  or  to  Winslow,  at 
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the  mouth  of  Trout  run,  it  is  easily  foreseen  that  in  a  very  short 
period  of  time  a  connection  must  be  formed  with  the  Allegheny 
Valley  road;  thus  giving  to  New  York  city,  (the  small  link 
between  the  Catawissa  and  Lehigh  Valley  roads  once  made)  a 
route  to  the  southwestern  states,  by  which  goods  can  he  carried 
at  a  much  less  rate  than  by  any  route  north,  or  south  of  Penn¬ 
sylvania.  The  distance  from  New  York  is  the  same  by  the  New 
York  and  Erie  railroad  to  Dunkirk,  as  it  is  by  the  Jersey  Cen¬ 
tral,  Lehigh  Valley,  Catawissa,  Sunbury  and  Erie,  and  Alle¬ 
gheny  Valley  roads  to  Pittsburg.  From  Dunkirk  via  Cleveland, 
Bellefontaine  and  Indianapolis  to  St.  Louis,  is  six  hundred 
and  fifty-five  miles ;  from  Pittsburg  via  Columbus  and  Indiana¬ 
polis  to  St.  Louis,  five  hundred  and  ninety-five  miles,  which 
places  Pittsburg  sixty  miles  nearer  to  St.  Louis,  than  Dunkirk 
is  to  that  place,  to  which  may  may  be  added,  nearly  three 
hundred  miles  of  a  gain  in  the  practical  equated  distance,  in 
favor  of  the  Sunbury  and  Erie,  over  that  of  the  New  York 
and  Erie  route ;  taking  as  data  the  effective  power  of  an 
engine  on  the  different  divisions  of  the  New  York  and  Erie 
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road,  as  given  in  the  last  report  of  the  Superintendent,  and  that 
of  the  actual  grades,  as  they  occur,  on  the  Allegheny  Valley, 
Sunbury  and  Erie,  Catawissa,  Lehigh  Valley,  and  Jersey  Cen¬ 
tral  roads.  With  a  line  which  in  practical  effect,  is  some  three 
hundred  and  fifty' miles  shorter  by  the  Pennsylvania  route, 
than  by  the  shortest  of  the  New  York  routes  to  St.  Louis, 
however  strong  the  prejudices  may  be  in  favor  of  the  longer 
route,  these  facts  will  not  be  cast  aside  by  the  business  com¬ 
munity,  when  the  relative  distance  is  shown  to  be  at  least  one- 
fourth  less. 

Some  few  of  the  citizens  of  Philadelphia  object  to  any  road 
pointing  in  the  direction  of  the  city  of  New  York,  supposing 
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that  may  operate  injuriously  to  the  prosperity  of  their  own 
city. 

That  this  idea  is  fallacious,  as  respects  our  line,  is  evident 
from  the  fact  that  at  the  point  of  divergence  to  the  two  cities 
it  is  forty  miles  nearer  to  Philadelphia  than  to  New  York, 
with  a  descending  grade  to  the  former  city,  while  over  the 
Jersey  Central  road  to  the  latter  city,  undulating  grades,  and 
a  trans-shipment  are  to  be  encountered. 

If,  then,  the  trade  that  is  destined  to  pass  over  the  Penn¬ 
sylvania  route  cannot  at  this  point  be  secured  to  Philadelphia, 
it  must  be  the  result  of  some  powerful  attraction  in  another 
direction,  but  is  no  legitimate  reason  why  trade  should  be 
driven  from  its  most  direct  and  Natural  channels.  New  Yrork 
might,  for  the  same  reason,  prohibit  the  trade  of  Boston  from 
passing  over  her  canals  and  railroads,  but  it  would  be  suicidal 
to  the  success  of  her  improvements.  Will  Pennsylvania  pur¬ 
sue  a  less  enlightened  policy  ?  It  is  to  be  hoped  that  Phila¬ 
delphia  will  be  awake  to  her  true  interest,  and  discard  so  con¬ 
tracted  a  policy,  and  one  fraught  with  such  blighting  influ¬ 
ences  upon  the  prosperity,  not  only  of  the  city  itself,  but  upon 
that  of  the  whole  commonwealth.  In  addition  to  the  through 
trade  that  will  be  thrown  upon  the  eastern  division  of 
the  Sunburry  and  Erie  road,  the  local  tonnage  from  coal 
for  gas  purposes  alone  cannot  fail  to  be  an  item  of  magni¬ 
tude  ;  for,  if  it  can  be  furnished  to  Philadelphia  at  a 
lower  rate  than  from  any  other  point,  New  York  and  the  eastern 
states  can  also  be  supplied  from  the  same  source  at  a  cheaper 
rate  than  from  any  other  quarter.  The  immense  lumber 
trade  that  will  spring  up  when  the  eastern  division  is  com¬ 
pleted  to  the  mouth  of  Bennett’s  Branch,  or  to  Winslow,  must 
add  greatly  to  the  local  trade  that  will  be  thrown  upon  the 
road.  Consequently  these  items,  taken  in  the  aggregate,  will 
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swell  the  amount  of  tonnage  to  be  passed  over  the  eastern 
division,  beyond  that  upon  any  other  road  leading  to  the  west. 
It  would,  therefore,  appear  to  be  the  true  policy  to  force  the 
eastern  division  of  your  road  to  a  point  where  it  will  offer 
inducements  sufficient  for  capitalists  to  embark  in  other  pro¬ 
jects  that  will  eventually  result  in  the  completion  of  a  great 
southwestern  line,  of  which  the  eastern  division  of  the  Sun- 
bury  and  Erie  railroad  will  form  one  of  the  most  important 
links. 


Western  Division. 

In  a  special  report  made  to  the  Board  in  July  last,  an  in¬ 
termediate  line  between  what  was  termed  the  original  Water¬ 
ford  route,  and  the  Wattsburg  route,  was  recommended  as 
preferable  to  either  of  the  others.  By  adopting  the  Erie  end 
of  the  Wattsburg  line,  and  the  intermediate  line  then  falling 
into  the  Waterford  route  at  Le  Beauflf  summit,  it  was  found  that 
the  present  cost  of  the  work  would  be  reduced  between  the 
harbor  at  Erie  and  Logan’s  summit,  one  hundred  and  fifty 
thousand  dollars ;  and  the  high  and  objectional  bridges  at 
Four  Mile  and  Six  Mile  creeks,  as  well  as  the  long  and  heavy 
cut  through  the  Lake  ridge,  on  the  Wattsburg  route,  would  be 
avoided ;  and  in  the  event  of  the  trestle  work  at  these  streams 
being  destroyed  by  fire,  or  when  having  gone  to  decay,  it  be¬ 
came  necessary  to  adopt  something  of  a  more  substantial  cha¬ 
racter,  the  entire  saving  would  be  nearly  half  a  million  of  dollars. 
These  facts  being  submitted  to  the  Board,  they  adopted  the 
new  or  intermediate  route,  although  the  line  had  to  be  in¬ 
creased  somewhat  in  length,  and  the  grade  raised  to  seventy 
feet  per  mile,  for  the  first  eight  miles,  from  the  harbor  to 
Miner’s  summit.  From  this  to  Warren,  the  maximum  grade 
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in  no  instance  now  exceeds  thirty-two  feet  to  the  mile.  From 
Warren  east  the  grades  remain  unaltered,  the  maximum  being 
fifty-two  and  eight-tenths  feet  per  mile. 

Of  the  eighty-two  miles  under  contract,  the  grading  has 
been  commenced  on  twenty-four  miles,  and  on  eight  or  ten 
miles  more  the  grubbing  has  been  nearly  all  done.  Between 
the  city  of  Erie  and  the  town  of  Warren,  there  are  but  six  or 
eight  miles  that  can  be  considered  as  heavy  work.  French 
creek,  Spring  creek,  and  the  Broken  Straw,  are  each  crossed 
several  times,  but  the  width  of  the  streams  is  such  as  not  to 
require  very  expensive  structures.  The  Allegheny  river  is 
crossed  at  the  town  of  Warren,  which  requires  the  only  very 
costly  structure  on  this  portion  of  the  road,  the  width  of  the 
river  at  the  point  at  which  it  is  crossed  being  six  hundred  feet. 
The  contractors  are  preparing  to  furnish  the  materials  for  all  the 
bridges  during  the  present  winter,  so  as  to  commence  erecting 
them  at  an  early  day  in  the  coming  spring.  East  of  Warren, 
for  the  first  five  or  six  miles  to  Cranberry  Swamp  summit,  the 
work  is  of  a  more  expensive  character,  but  throughout  the 
whole  eighty-two  miles  there  is  not  a  single  section  but  that 
may  be  graded  and  ready  for  the  superstructure  of  the  road  by 
the  first  of  January  next. 

These  eighty-two  miles  reach  the  most  western  deposits  of 
coal  lying  nearest  to  the  Lakes.  Coal  has  been  discovered 
some  five  miles  farther  west,  near  Bower’s  tavern,  high  up 
upon  the  hills,  but  not  in  sufficient  quantities  to  be  profitable 
to  mine.  From  the  formation  of  the  hills,  and  from  the  fact 
that  coal  is  known  to  abound  on  the  streams  emptying  into  the 
Clarion,  there  is  every  reason  to  believe  that  it  will  be  found 
in  a  similar  position  on  the  Tionesta,  and  that  the  line  of  your 
road,  when  extended  in  the  direction  of  Ridgway,  will  open 
up  valuable  deposits.  This  once  accomplished,  the  tonnage 
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that  will  pass  over  the  western  division  from  coal  alone,  to 
supply  the  lake  country,  must  inevitably  be  very  great ;  the 
demand  is  rapidly  increasing,  and  when  the  western  division 
is  completed  to  Ridgway,  cannot  fail  to  become  to  this  portion 
of  the  road-  one  of  a  most  profitable  character.  The  revenue 
from  lumber  must  also  be  a  very  important  item ;  vast  quan¬ 
tities  of  which  are  manufactured  on  the  Tionesta  and  Clarion, 
as  well  as  on  the  Broken  Straw  and  French  Creeks,  all  of 
which  now  descends  those  streams  to  a  southern  market,  but 
would,  with  your  road  completed  find  a  better  outlet  and  a 
more  ready  demand  along  the  lake,  now  suplied  in  a  great 
measure  from  the  Canadas.  As  an  agricultural  country,  that 
lying  between  Warren  and  Erie  will  compare  favorably  with 
any  other  portion  of  the  state,  and  furnish  its  full  quota  of 
tonnage  for  the  road. 

ROBERT  EARIES, 

Chief  Engineer  Sunbury  and  Erie  Railroad. 
Philadelphia,  February  7,  1857. 


